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Abstract — The paper presents an application of a recently developed Fuzzy logic controller for time -delay systems to the 
idle speed control (ISC) problem in spark ignition (SI) internal combustion (IC) engines. 

Automobiles spark ignition engines spend a large percentage of their time operating in the idle speed region. The engine idle 
speed control system design is a difficult problem because are inherently nonlinear, incorporating variable time delays 
characteristics exists everywhere between the input and output of an engine. The output time delay which varies inversely 
with the engine speed makes the control process even harder. Furthermore, disturbances caused by different operating 
conditions may arise during engine idle speed running. All these reasons have increased difficulties to control the idle speed 
accurately. 

Engines are inherently nonlinear, incorporating variable time delays and discontinuities which make modeling difficult, and 
for this reason their control is well suited to optimization using Fuzzy logic algorithms. This paper aims to apply Fuzzy 
logical controller to maintain a constant idle speed, in this experiment, a SAAB B202 engine was used to identify idle speed 
appearance. The developed model has a control-design oriented philosophy and is capable to significantly minimize the 
varying of idle speed within an engine speed. 

Keywords — idle speed control, spark ignition, inherently nonlinear, time delay, fuzzy logical control 

I. Introduction 

The problem of idle speed control is to maintain the engine speed at a prescribed set-point in the presence of various 
disturbances such as those due to air conditioning, transmission engagement or power steering accessory load torques [1]. 
The engine torque is normally adjusted by manipulating the intake air amount or the advance ignition timing according to the 
disturbance experienced by the engine [2,3]. According to Environmental Protection Administration, R.O.C. experimental 
statistics, a car stop and go every day, idle time of more than 30 minutes a year will waste 640 liters of gasoline, resulting in 
3.4 kg of organic compounds, the release of 54.3 kg of carbon monoxide and 1.4 tons of carbon dioxide [4]. 

When the automotive release the accelerator, the engines speed slows. At a preset speed the engine idle circuit takes over and 
the engine runs at the lowest speed possible without stalling. An idle speed around 500 to 900 revolution per minute (RPM). 
The engine’s idle speed also changes, based on outside conditions. A computer is adjusting the idle speed, based on complex 
calculations. 

In the past, adjusting an engine’s idle speed was easy. Manufactures have removed these adjustments on modern 
automotives. The engine control module (ECM) now determines the speed at which an engine idles, based on several input 
sensors manual adjustment of idle speed is not possible on modern automotive and diagnosis of problems is a bit complex. 

When the engine has a carburetor, they always provide a means to adjust the idle speed. A simple turn of a screw corrected 
the problem if the engine’s idle speed was too slow or too fast. With electronic fuel injection they eliminate the manual 
adjustment and the computer makes all corrections to the engine’s idle speed. 

They have eliminated the idle speed adjustment for many and involved reasons. Euel injection carefully monitors the air 
flow, as it is directly relates to the fuel air mixture. Carburetors set fuel air mixture with jets. Air flowing through a venture, 
draws a fixed amount of fuel based on the size of the jet. More air entering through the carburetor means more fuel and an 
increase in engine speed. With this system, as we open the throttle the speed increases, because we draw in more fuel. 

Early fuel injection normally uses an idle speed control (ISC) valve to control the speed of the engine's idle. They use 
several designs, but most work in a similar manner. On early automotive, often uses a stepper motor that turns a thread valve 
or spring-load plunger the ECM change duty-cycle to the magnetic coil. Rotation of the armature moves the air valve in and 
out, adjusting the idle speed of the engine. 
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With drive by wire, we no longer need the ISC system. The ECM directly controls an engine's idle speed by opening and 
closing the throttle valve. Each time we open the throttle valve, the ECM increases the fuel injector's pulse width to keep air 
fuel mixture correct. The air flow meter, air intake temperature sensor, engine temperature sensor, barometric pressure and 
other sensor provide data the ECM uses to calculate injector pulse width. Air fuel sensors also monitor the exhaust and make 
further corrections to the air fuel mixture as needed. 

The idle speed will increase fuel consumption, causing unnecessary waste when it is too high, while the idle speed is too low 
to make obvious reinforcement effect of exhaust gas dilution of mixture in cylinder, if a slight change of load or resistance 
will cause instability or even shut down engine operation. Therefore, in order to meet the requirements of increasingly 
stringent emission regulations, as far as possible, we should reduce the idle speed and maintain the stability of idle speed 
appears especially important. But the engine idle speed control system is the most important in the electronic control system 
and it is also one of the most complicated part, researchers have a lot of research on the idle speed control around the world, 
however, its performance is still not satisfactory. 

There are some well-known control problem, one of the most important of which is the time delay between the intake stroke 
and combustion stroke of the engine. This time delay limits the achievable performance in the electronic throttle control loop. 
The second problem is that the controller performance must be robust to changes in the idle -speed set-point. 

II. Idle speed control 

Engine idling is one of the most commonly encountered operating conditions of urban idling control of the quality of almost 
every aspect of Automotive performance, such as fuel economy, emissions, drivability, etc.ISC issues have been extensively 
studied and a comprehensive overview of the topic can be found in 15]. 

The main purpose of idle control is to keep the engine speed at the desired set point in the presence of various load 
disturbances. Automotive engine idle speed means the complete release of throttle without external power out -put, while at 
the same time maintaining minimum steady speed, to allow conservation of engine stability. To ensure engine idle speed, air 
mass is record with the air flow meter (or manifold pressure sensor), together with speed and other fuel correction signals. 
Measurement is recorded during the closing of throttle; air enters through the throttle gap and idle control port from by-pass 
air valve into the engine. Idle speed control system is governed by the ECM, as a result of the constant change in resistance 
force within the automotive engine. In case of increase engine load, such as starting the engine, auto-deceleration, parking, 
the engine should stay in stable idle speed. 

Excess idle speed can result in increase fuel consumption and additional fuel cost, especially under long term urban driving 
circumstances, which consists of constant deceleration, parking, and starting of the vehicle. On the other hand, inefficient 
idle speed, adjustment of duty or resistance can lead to idle speed instability, air pollution and engine stall. Due to the 
common use of air conditioning system, automatic transmission, cooling system, power steering system and other 
electronics; idle speed instability can be a result of this extended power load. Reduction of idle speed produces greater 
emission, environmentally, it is important to monitor the accuracy and control of idle speed since both HC and CO are the 
main vehicle exhaust emission produced by idle speed. 


III. Engine Models for ISC 

The engine model, which contains the most important characteristics and dynamics of the engine idling operation, is given in 
Figure 1. It uses the model structure in development and is made up of actuator characteristics. Manifold dynamics Engine 
pumping characteristics intake to dynamic Stroke delay. Torque characteristics and Engine Rotational Dynamics 16]. The 
standard plant model 17] for an Idle Speed Control is explained in this section. The control input is taken as throttle angle in 
degrees and the output is taken as engine speed in revolution per minute (rpm). The modeling requirements are discussed as 
below: 


3.1 Throttle Mass Flow: 


The air mass flow through the throttle valve opening during idling can be modeled using choked flow equation: 


Wth 


— Ath 


Pa 

V2^ 


( 1 ) 


Where Wth is the air mass flow rate passing through throttle opening, Ath is the effective area of throttle. Pa is the ambient 
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pressure, T is the ambient temperature, R is the universal gas constant. The throttle area is a non-linear function of throttle 
position but given that during idling the throttle movement is very small, hence a linear relationship will be assumed between 
the throttle position and throttle effective flow area. 

3.2 Intake Manifold: 


Based on the isothermal conditions, the pressure dynamics can be modeled as: 


dP 


m 


RT 


m 


dx 


V 


m 


(wWth - W,„g) 


( 2 ) 


Where Pm, Tm, Vm are manifold pressure, temperature and volume respectively and Weng is the air mass flow rate exiting the 
intake manifold and entering the engine. 

3.3 Engine Air mass Flow: 

The mean value of fuel-air mixture flow rate entering the engine cylinders can be approximated using the following equation: 

Pm VdN (3) 

’^RTin 4n 


W, 


mix 


Where % is the volumetric efficiency, Vd is the displacement volume and N is the engine speed in radians per second. Air 
mass flow rate entering the cylinders can be found using the formula 



Wmix 

[i+<l>Cx)s] 


(4) 


Where ( F/A)s and O represent the stoichiometric fuel-to-air ratio and fuel-to-air ratio normalized by the stoichiometric fuel 
to air ratio, respectively. O is referred as equivalence ratio. 

3.4 Torque Generation: 

In general, generation of torque is a non-linear function of engine speed, mass flow rate into the engine cylinder, equivalence 
ratio and spark advance: 

Tq=f(N,W„h,(|),S,) (5) 


Where, Sa represents the spark advance. Note that the induction to power delay enters into system dynamics through above 
equation as torque depends on the delayed value of the mass flow rate into the engine cylinders. 

3.5 Engine Rotational Dynamics: 

The equation of engine rotational dynamics is as follows: 


dN 

dt 



Te) 


( 6 ) 


Where, j is the inertia of engine in neutral state and Tg is the load torque on the engine including internal engine friction 


IV. Idle Speed Control Model 

For ISC model, a nonlinear behavior engine model based on the above set of models was linearized at a nominal speed of 
900 rpm to obtain a linear plant model 18]. Considering deviation in throttle position in degrees as input and deviation in 
engine speed in rpm as the output for this model. 

The transfer function for this model is: 


G(s) = 29.8 


s -i- 5 OiS -i- 8 3 3 


^^ + 21.2s"+51.3s + 189.5 


(7) 
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The Induction to Power delay at a nominal speed of 900 rpm is 125 ms assuming this delay as the result of 360° of crank 
rotation or 1 revolution of crankshaft. However we are taking this revolution only as an approximation because we don’t 
receive maximum torque calculation at top dead center of crankshaft rotation. Hence we receive an overall delay of 150ms by 
the combination of actuator delay and computational delay 


V. The Nonlinear Hysteretic Electronic Throttle 

The electronic throttle in modern automobiles is usually a brushless DC motor with 12V/5A rating. It is also a strong 
nonlinear device with hysteretic phenomenon, friction, and return spring nonlinearities, as shown in the following Figure 1. 
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Figure 1. The nonlinear electronic throttle 

The dotted block in Figure 2 shows the schematic diagram for electronic throttle body. The H-bridge is the power amplifier 
to boost the power of the control output from the electronic controller. 

Electronic Throttle Body 



Figure 2. The electronic throttle with controller. 

Merging of the backward characteristic of electronic throttle 19], the complete hysteresis loop can be shown in the following 
Figure 3. One of the major factors of the hysteresis of electronic throttle is the return spring. The other reason is due to the 
copper coils inside the BLDC. 



Figure 3. The hysteresis loop of electronic throttle 


Page I 46 


International Journal of Engineering Research & Science (IJOER) 


ISSN: [2395-6992] 


[Vol-2, Issue- 11, November- 2016] 


VI. ISC Controller Design 

The choice of required engine set-speed and spark retard is a complex design tradeoff process and is beyond the scope of this 
paper. The control problem addressed here is the speed tracking problem which can be formally stated as etc. For a given 
desired engine set idle speed, a controller is designed that generates commands for the throttle valve based on the measured 
engine speed to vary the engine speed from the set idle in the presence of load disturbances minimize. Control system 
schematic diagram shown in Figure 4. 


Drive condition Idle Speed Control System 



Figure 4. ISC control system 


The mathematical model described in Section 3 can be used to design the control strategy for fuzzy logic. A feedforward 
general ISC system is shown in the block diagram of Figure 5. 



Figure 5. ISC System with Feedforward control 

Feedforward control is considered to be an effective mechanism to suppress load disturbances. Especially small engines. 
When a disturbance is measured, control signals can be generated in an attempt to counteract its effect. A typical ISC 
strategy has feedforward only for the throttle valve control, and the feedforward is designed based on static engine mapping 
data. For example, if an air conditioning switch sensor is installed an extra amount of air will be scheduled to prevent engine 
speed droop when the AC compressor is engaged The amount of feedforward control can be determined as equation (5), the 
available engine torque to balance the load torque is related to the mass air flow and engine speed through. 

By estimating the load torque presented to the engine by the measured disturbance can calculate for fixed air fuel ratio the 
amount of air that is needed to maintain the engine speed at the fixed set speed. The feedforward control can be applied either 
as a multiplier or an added to the control signal. 

VII. Using Fuzzy logic controller for electronic throttle 

This closed loop control can be described by the Fig. 5. Then the controller sends the consistent duty signal, which is PWM 
to the H-bridge circuit and drives the throttle to operate in the correct position. 

As described above, the phenomenon of idle speed in the spark ignition engine can be easily identified as problems of 
nonlinear and time-delay control dilemma. Fuzzy logical models are known to solve problems of nonlinear models with its 
flexible mathematical structures [10]. 

The fuzzy sets in the rules serve as an interface amongst qualitative variables in the model, and the input and output 
numerical variables. The fuzzy modeling approach has several advantages when compared to other nonlinear modeling 
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techniques; in general, fuzzy models can provide a more transparent representation of the system under study, maintaining a 
high degree of accuracy. 

The structure of control is a Mamdani-type [11] fuzzy logic controller with a typical Tf-Then’ rule and logical connectives to 
establish relations between the variables defined for the model of the system structure [12]. 

For the past two decades, the FLC has been widely and successfully utilized and implemented in numerous industrial 
applications [13], [14]. A general FLC consists of four modules: fuzzification module, fuzzy rule-base, fuzzy inference 
engine and de-fuzzification module [15], as shown in the dotted area in Figure 6. 


r 



Figure 6. The Fuzzy Logic Controller. 

Engine speed idling control of the target, first set the basic electronic throttle control u, making the electronic throttle can 
have a basic opening. 

When the engine has a target after the launch speed rpm *, the speed error e and Ae to modify the throttle opening, a non- 
linear car engine after a reaction time T to produce a new engine speed rpm, this time using the back Granted control to 
achieve engine speed stability. The response time T will be different according to the different engine and vehicle conditions, 
if the time is less than T to read the speed signal will make the phenomenon of speed shocks; and time is greater than T to 
read the speed signal will make the system more sensitive response. In this paper, the experimental vehicle used for SAAB 
9000 (B202 engine) reaction time T has been experimentally measured about 0.8 seconds. 

The nonlinear idle speed control using fuzzy logic shown in Figure 3 has two input fuzzy linguistic variables: Error (e) is 
difference between output engine speed and set idle speed and delta error (A^) is difference between error now and previous 
error. Euzzy output is duty cycle of PWM signal which is used to control DC motor microcontroller’s built in timer, this 
leads to an output variable as the throttle valve motor (v) which indicates the increased airflow percentage from the intake 
pipe in to combustion chamber. 

A controller compares the engine idle speed (Ni(t)) with the setting idle speed (Ns(t)) and produces the control signal to 
minimize the error. The equations for e(k), Ae(k) are: 

e( k) = Ni (k)-Ns (k) 

Ae(k) = e(k) -e(k -1) 

Where, k is the sampling instant of the process. The variables e(k), Ae(k) are the conditions monitored by the fuzzy logic 
control. These conditions are expressed in terms of linguistic variables as negative large (NL), negative medium (NM), 
negative small (NS), zero (ZE), positive small (PS), positive medium (PM), positive large (PL). The five membership 
functions {NL, NM, ZE, PM, PL} of e and Ae . The seven membership functions {NL, NM, NS ZE, PS, PM, PL} of Output 
Au. 


In This Paper, The Triangular Membership Eunctions Are Adopted As The Mfs Eor All Euzzy Variables. We Define The 
Triangular Membership Eunction As E(x,a,b,c) Where A < B < C, As Shown In The Following (8) And Figure 7. 


e (x,a, b, c) 



( 8 ) 


c-b 

0 


for a <x <b 

for b <x <c 
otherwise 
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Figure 7. Triangular membersh ip eunction e(x, a, b, c). 


For example, the triangular MFs of speed error (e) are listed as follows: 
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(9) 


( 10 ) 


( 11 ) 


( 12 ) 


(13) 


The idle speed error (e) in an automobile is between set point speed±300 rpm and we allow the deviation of 100 rpm in the 
five MFs of e, as shown in the following Figure 8. Therefore we also set the delta error (A^) as error (e) 


Figure 8. The five MFs (NL, NS, ZE,PS,PL) for e and Ae 


Finally, the output is the throttle drive motor (Am) . According to our expert experience, we let -6^Au^6 and define seven 
MFs for NL, NM, NS ZE, PS, PM, PL, as shown in the following Figure 9. In terms of TMF shown in (8), they are: 


Unl(?^)= TMF (x, M, c)= TMF (x,-6,-3.6,-2.4) 
Unm(x)= TMF (x, a, b, c)= TMF (x,-3.6,-2.4,-1.2) 
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Uns(x)= TMF (x, a, b, c)= TMF (x, -2.4, -1.2,0) 
Uze(x)= TMF (x, a, b, c)= TMF (x,- 1.2,0, 1.2) 
ups(x)= TMF (x, a, b, c)= TMF (x,0,l. 2,2.4) 
Upm(x)= TMF (x, a, b, c)= TMF (x,1.2,2.4,3.6) 
Upl(x)= TMF (x, ( 2 , b, c)= TMF (x,2.4,3.6,6) 



delta u 


Figure 9. The five MFs (NL, NM, NS ZE, PS, PM, PL) for Au 

Figure 10 summarizes the total picture of our fuzzy logic system for finding the Aw of idle speed control. 



System idleSpeed: 2 inputs, 1 outputs, 25 rules 

Figure 10. Fuzzy logic system 

We adopt the Center-Of-Area (COA) for defuzzification, as shown in the following (9): 

_ Z%^Uc{Zj)Zj 


(14) 


Here we have the following Table 5-2 to show the fuzzy rule-base to complete the above FLS. 


Table 1 

The fuzzy rule base for output PWM signal (Au) 


* 1 

Ae 

NL 

NS 

ZE 

PS 

PL 

NL 

PL 

PM 

PS 

ZE 

ZE 

NS 

PM 

PS 

ZE 

ZE 

NS 

ZE 

PS 

PS 

ZE 

NS 

NS 

PS 

PS 

ZE 

ZE 

NS 

NM 

PL 

ZE 

ZE 

NS 

NM 

NL 


Therefore the following Algorithm shows the steps in realizing the Intelligent Idle Speed Controller in Figure 3: Algorithm: 
The Intelligent idle speed Controller 
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1. Initialization. Set x=0. Find the throttle position for idle according to the current setting idle speed. This can be done 
from the following Look-Up-Table [16]: 


Table2 

Throttle angle position 


Throttle Angle 

TPS 

(Degree) 

(Voltage = Integer) 

84° (idle Dosition) 

0.4 V = 20 

72° 

1.03 v= 53 

60° 

1.62 V =83 

48° 

2.19 v=112 

36” 

2.85 V =145 

24° 

3.4 v=173 

12° 

4 V = 204 


2. For a given current throttle position, if the current TPS is not close to its TPS for idle position, then GO TO Step 4. 

There is no need to adjusts in Figure 3, set x=0. GO TO 2. 

3. Perform the tracking of 100% of the current idle speed using the control configuration shown in Fig. 3 with its 

associated FLC. Set initial u. The Am will be determined by the FLC to track the desired idle speed. 

4. If the above tracking is finished, GO TO Step 1. 

5. END 

In order to reduce the system in the operational difficulty, and speed up the processing speed. We convert the original fuzzy 
controller into a table. Table 3 provides a quick calculation of the pre-computed control signal Au by querying the positions 
of e (k) and Ae (k). 


Table 3 

Table look-up table 


e / Ae 

-225 

-150 

-75 

0 

75 

150 

225 

-225 

4.021 

3.462 

2.053 

1.200 

0.347 

-0.000 

0.000 

-150 

3.462 

2.859 

1.426 

0.600 

0.411 

-0.600 

-0.600 

-75 

2.053 

1.800 

0.853 

0.000 

-0.347 

-0.600 

-1.200 

0 

1.200 

1.200 

0.853 

0.000 

-0.853 

-1.200 

-1.200 

75 

1.200 

0.600 

0.000 

-0.853 

-0.853 

-1.800 

-2.053 

150 

0.600 

0.600 

-0.411 

-1.200 

-1.800 

-2.859 

-3.462 

225 

0.0 

-0.000 

-0.347 

-1.200 

-2.053 

-3.462 

-4.021 


Figurel 1. Shows our electronic throttle and control circuits, which are set up on our experiment car. 



FiGUREll Real time ETC in Saab 9000 

The real time testing is performed in this experiment plant idle speed point to the real actions of automobile drivers figure 12 
shows under the condition of engine with no load, its working temperature is above 80°Cand set ignition on 10° before top 
dead center .When set-point idle speed was prescribed at 900 ± 20 rpm running in total of 600 seconds, most of the engine 
speed reading fall with a tolerance less than set deviation point. 
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Time(s) 


Figure 12. Real-time idle speed response 

Table 3 
Data statistic 


Min 

882.4 

Max 

916.9 

Medan 

900.4 

Standard deviation 

7.24 


VIII. Conclusion 

Idle speed control is one of the highest confrontations for automobile industry and researchers as they were addressing many 
issues in relation to engine stalling at rest position and fuel saving economy. An engine model plays a major role in defining 
the correct parameters for control system. So, we defined the engine model based on certain aspects and analyzed it properly 
to fit in the system. 

Idle speed control problem is effectively eliminated by the use of intelligent fuzzy logic to control the electronic throttle. In 
comparison to previously published experiments, less deviation range, and more steady testing period were observed. The 
experimental result shows that a stable fuzzy logic control can be realized to control the nonlinear hysteretic electronic 
throttle motor. Results were carried over to the real time implementation of fuzzy logic control to control an actual electronic 
throttle in Saab 9000. Testing vehicle idle performance additionally increased in stability, and engine vacuum deviation was 
also escalated. 


REFERENCES 

[1] S. D. Cairano, "Model predictive powertrain control: An application to idle speed regulation", in Automotive Model Predictive 
Control. Springer- Verlag Berlin Heidelberg, p. 183-194 , 2010 

[2] S. H. Joo, and K.M. Chun, "Idle speed modeling and optimal control of a spark-ignition engine". KSME International Journal. 11(1): 
p. 88-95, 1997. 

[3] P. V. Manivannan, M. Singaperumal, and A. Ramesh, "Development of an idle speed engine model using in-cylinder pressure data 
and an idle speed controller for a small capacity port fuel injected SI engine". International Journal of Automotive Technology. 12(1): 

p. 11-20, 2011. 

[4] Environmental Protection Administration, R.O.C. '"News : Idle, please turn off for their own fuel- efficient eefuel the Earth ",12 
January 2013. 

[5] D. Hrovat and W.E. Powers, "Modeling and Control of Automotive Power Trains". Control and Dynamic Systems, Vol.37, Academic 
Press, 1990,pp.33-64 

[6] B. K. Powell and J. A. Cook, "Nonlinear Low Erequency Phenomenological EngineModeling and Analysis," Proc. 1987 American 
Control Conference, Minneapolis, MN,June, pp. 332-340. 

[7] L. Guzzella and C. H. Onder, "Introduction to Modeling and Control of Internal Combustion Engine Systems", 1st ed. Berlin, 
Germany: Springer, 2004. 

[8] Yildiray Yildiz, Anuradha M. Annas wamy, Diana Yanakiev, Ilya Kolmanovsky, "Spark Ignition Engine Idle Speed Control: An 
Adaptive Control Approach", IEEE transactions on control system technology, vol. 19, no. 5, settember 2011 

[9] D.-Y. H. Chi-Hsu Wang, "A New Intelligent Euzzy Controller for Nonlinear Hysteretic Electronic Throttle in Modern Intelligent 
Automobiles," IEEE Trans. Indus. Electronics, vol. 60, pp. 2332- 2345, March 2013. 

[10] M. S. a. T. Yasukawa., "A fuzzy-logic-based approach to qualitative modeling," IEEE Trans. on fuzzy systems, vol. 1, pp. 7-31, 1993. 

Page I 52 


International Journal of Engineering Research & Science (IJOER) 


ISSN: [2395-6992] 


[Vol-2, Issue- 1 1, November- 2016] 


[11] E. H. Mamdani, "Application of Fuzzy Algorithms for Control of Simple Dynamic Plant," Proceedings of the Institution of Electrical 
Engineers-London, vol. 121, pp. 1585-1588, 1974. 

[12] H. H. D. Draincov, M.R. Frank, "An introduction to fuzzy control". Springer- Verlag, 1996. 

[13] Chi-Hsu Wang, and Chih-Cheng Wang, "Design and Implementation of Intelligent Surge Controller for Modern Turbo Charged 
Automobiles," International Journal of Fuzzy system, vol. 16 pp.222-232 June 2014 . 

[14] Chi-Hsu Wang, and Chih-Cheng Wang, "Finding the Real Surge Boundaries of Turbo -Charged Automobiles Using Intelligent Fuzzy 
Reasoning Technique," International Journal of Fuzzy system, March 2015 

[15] B. R. R. Y.H. Bharathi, P. Bhaskar, C.S. Parvathi and A.B. Kulkarni, "Multi-input Fuzzy Logic Controller for Brushless dc Motor 
Drives," Defence Science Journal, vol. 58, pp. 147-158, Jan. 2008. 

[16] C.-H. Wang and J.-S. Wen, "On the equivalence of a Table Lookup (TL) technique and Fuzzy Neural Network (FNN) with Block 
Pulse Membership Functions (BPMFs) and its application to water injection control of an automobile," IEEE Systems, Man, and 
Cybernetics, vol. 38, pp. 574-580, 2008. 


Authors Details 



Chih-Cheng Wang was bom in Taiwan, in 1959. He received the M.S. degrees from Department of 
Vehicle Engineering from National Taipei University of Technology, Taipei, Taiwan, in 2003 and 
2005, respectively. He received the Ph.D. degree in electrical control engineering from National Chiao 
Tung University, Hsinchu, Taiwan, in 2004 and 2015, respectively. 

He was appointed Associate Professor in 2016 in the department of College of control engineering, 
northeastern university at Qinhuangdao, China. 


His current research interests include intelligent control and fuzzy logic systems technologies. 


n 


Jung-Sheng Wen (M’08) was born in Taipei, Taiwan, in 1961. He received the B.S. and M.S. degrees 
from the Department of Electrical Engineering, National Taiwan University of Science and Technology, 
Taipei, in 1988 and 1991, respectively. He received the Ph.D. degree in the Department of Electrical and 
Control Engineering, National Chiao-Tung University, Hsinchu, Taiwan. 


Since 1992, he has been a Lecturer in the Department of Computer and Communication Engineering, 
Technology and Science Institute of Northern Taiwan, Taipei. His current research interests include fuzzy 
neural network, intelligent computer control, and embedded system design 


Chi-Hsu Wang (M'92-SM'93-E'08) was born in Tainan, Taiwan, in 1954. He received the B.S. degree 
in control engineering from National Chiao Tung University, Hsinchu, Taiwan, the M.S. degree in 
computer science from the National Tsing Hua University, Hsinchu, Taiwan, and the Ph.D. degree in 
electrical and computer engineering from the University of Wisconsin, Madison, in 1976, 1978, and 
1986, respectively. 

He was appointed Associate Professor in 1986, and Professor in 1990, in the department of Electrical 
Engineering, National Taiwan University of Science and Technology, Taipei, Taiwan. He is currently a professor in the 
department of electrical engineering, National Chiao Tung University, Hsinchu, Taiwan, and also an Adjunct Professor with 
Northeastern University at Qinhuangdao, Qinhuangdao, China 

His current research interests and publications are in the areas of digital control, fuzzy-neural-network, intelligent control, 
adaptive control, and robotics. 

Dr. Wang is an IEEE Eellow. He is currently serving as an associate editor of IEEE Trans. On Systems, Man, and 
Cybernetics, Part B: Cybernetics and as a Webmaster of IEEE Systems, Man, and Cybernetics Society. 



Page I 53 


